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Abstract of EP 0508431 (A2) 

A rear wheel turning system for a four-wheel-steered 
vehicle provided with a slip control system such as 
an anti-skid brake system or a traction control 



system Includes a rear wheel turning mechanism 
which turns rear wheels of the vehicle In response to 
turning of front wheels of the vehicle according to a 
predetermined rear wheel turning characteristic. The 
rear wheel turning characteristic Is corrected 
substantially in response to Initiation of operation of 
the slip control system, and the correction is held 
until a predetermined condition is satisfied after 
interruption of the operation of the slip control 
system. 
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® A rear wheel turning system for a four-wheel- 
steered vehicle provided with a slip control system 

such as an anti-skid brake system or a traction 
control system includes a rear wheel turning mecha- 
nism which turns rear wheels of the vehicle in re- 
sponse to turning of front wheels of the vehicle 
according to a predetemnined rear wheel turning 
characteristic. The rear wheel turning characteristic 
is corrected substantially in response to initiation of 
operation of the slip control system, and the correc- 
tion is held until a predetermined condition is satis- 
fied after interruption of the operation of the slip 
control system. 
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BACKGROUND OF THE INVENTION 

Field of the Invention 

This Invention relates to a rear wheel turning 
system for a four-wheel-steered vehicle, and nnore 

particularly to a rear wheel turning system for a 
four-wheel-steered vehicle provided with an anti- 
skid brake system and/or a traction control system. 

Description of the Prior Art 

There has been known a speed-sensitive four- 
wheel-steered vehicle in which the rear wheels are 
turned in the direction opposite to the front wheels 
(the reverse phase) when the vehicle speed is low 
and in the same direction as the front wheels (the 
same phase) when the vehicle speed is high with 
the turning angle of the rear wheels changed ac- 
cording to the turning angle of the front wheels and 
the vehicle speed. 

Further, there has been known an anti-skid 
brake system (will be abbreviated as an ABS 
hereinbelow) which detects fall in the rotational 
speed of each wheel during braking and controls 
the brake fluid pressure for each wheel to hold the 
rotational speed of the wheel at a speed at which 
the friction between the road surface and the wheel 
is maximized, thereby preventing skid or lock of 
the wheel during hard braking or braking on a low 
ju. road. 

Further there has been known a traction control 
system (will be abbreviated as a TRC system 
hereinbelow) which detects slip of the driving 
wheels during starting or hard acceleration and 
controls the throttle opening of the engine and/or 
the brake fluid pressure to the driving wheels so 
that the friction between the road surface and the 
driving wheels is maximized, thereby obtaining an 
optimal road gripping force of the driving wheels 
during starting or hard acceleration. 

It has been proposed to control the rear wheel 
turning system in combination with the ABS so that 
the rear wheel turning characteristic is changed 
according to whether the ABS Is operating in order 
to further improve the driving stability during hard 
braking. For example, as disclosed in Japanese 
Unexamined Patent Publication No. 62(1987)- 
12471, the rear wheel turning characteristic for the 
normal running which has been defined as a func- 
tion of the vehicle speed or the like is changed to 
shift toward the same phase side, thereby prevent- 
ing drift of the tail during hard braking. 

However when the rear wheel turning char- 
acteristic is changed according to whether the ABS 
Is operating, the rear wheel turning characteristic 
can be frequently changed to cause hunting in the 
case where the brakes are applied on a road 



whose friction coefficient changes frequently, there- 
by deteriorating the running stability of the vehicle. 

SUMMARY OF THE INVENTION 

5 

In view of the foregoing observations and de- 
scription, the primary object of the present inven- 
tion is to provide a rear wheel turning system for a 
four-wheel-steered vehicle having a slip control 

10 system such as an ABS or a TRC which can 
ensure running stability of the vehicle when opera- 
tion of the slip control system Is interrupted. 

In accordance with one aspect of the present 
invention, there Is provided a rear wheel turning 

75 system for a four-wheel-steered vehicle provided 
with a slip control system such as an anti-skid 
brake system or a traction control system compris- 
ing a rear wheel turning mechanism which turns 
rear wheels of the vehicle in response to turning of 

20 front wheels of the vehicle according to a predeter- 
mined rear wheel turning characteristic, a rear 
wheel turning characteristic correcting means 
which corrects the rear, wheel tuming characteristic 
substantially in response to initiation of operation of 

25 the slip control system, and a correction holding 
means which holds the corrected rear wheel turn- 
ing characteristic until a predetermined condition is 
satisfied after interruption of the operation of the 
slip control system. 

30 For example, the correction holding means 
holds the corrected rear wheel turning characteris- 
tic until a predetermined time lapses after interrup- 
tion of the operation of the slip control system. In 
the case where the slip control system is an ABS, 

36 the correction holding means may do so until the 
deceleration of the vehicle continues to be smaller 
than a predetermined value for a predetermined 
time with the brake pedal pushed down. In the 
case where the slip control system is a TRC sys- 

40 tem, the correction holding means may do so until 
the acceleration of the vehicle continues to be 
larger than a predetermined value for a predeter- 
mined time with the accelerator pedal pushed 
down. 

45 With this arrangement, the rear wheel turning 

characteristic cannot be changed soon after in- 
terruption of the operation of the slip control sys- 
tem and accordingly hunting of the system upon 
interruption of the operation of the slip control 

60 system Is prevented, whereby running stability of 
the vehicle can be ensured. 

In accordance with another aspect of the 
present invention, there is provided a rear wheel 
turning system for a four-wheel-steered vehicle 

65 provided with a slip control system such as an anti- 
skid brake system or a traction control system 
comprising a rear wheel turning mechanism which 
turns rear wheels of the vehicle in response to 
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turning of front wheels of the vehicle according to a 
predeternnined rear wheel turning characteristic, a 
first correcting nneans which corrects the rear 
wheel turning characteristic substantially in re- 
sponse to initiation of operation of the slip control 
system, a second correcting means which corrects 
the rear wheel turning characteristic on the basis of 
the road surface condition determined during op- 
eration of the slip control system, and a correction 
holding means which holds the rear wheel turning 
characteristic which has been corrected on the 
basis of the road surface condition after the opera- 
tion of the sHp control system is Interrupted. 

With this arrangement, the rear wheel turning 
characteristic cannot be largely changed soon after 
interruption of the operation of the slip control 
system and accordingly, change in behavior of the 
vehicle Is prevented and the running stability is 
ensured. 

BRIEF DESCRIPTION OF THE DRAWINGS 

Figure 1 is a schematic view showing a four- 
wheel-steered vehicle provided with a rear wheel 
turning system in accordance with an embodi- 
ment of the present invention, 
Figure 2 is a schematic view showing an anti- 
skid brake system provided in the vehicle shown 
in Figure 1 , 

Figure 3 is a view showing the rear wheel turn- 
ing characteristics used In the vehicle shown In 

Figure 1, 

Figure 4 is a map showing the relation between 
the friction coefficient tx of the road surface and 
the rear wheel turning angle ratio correction 
value, 

Figures 5 and 6 show a flow chart for illustrating 
the rear wheel turning angle ratio correction 
routine executed by the rear wheel control unit, 
Figures 7 and 8 show a flow chart for illustrating 
the rear wheel turning angle ratio correction 
routine executed by the rear wheel control unit 
In another embodiment of the present invention 
and, 

Figure 9 shows a flow chart for illustrating the 
rear wheel turning angle ratio correction routine 
executed by the rear wheel control unit in still 
another embodiment of the present invention. 

DESCRIPTION OF THE PREFERRED EMBODI- 
MENT 

In Figure 1 , left and right front wheels 2FL and 
2FR of a vehicle 1 are turned by a front wheel 
turning mechanism A and left and right rear wheels 
2RL and 2RR of the vehicle 1 are turned by a rear 

wheel turning mechanism B. 

The front wheel turning mechanism A com- 



prises a pair of knuckle arms 3FL and 3FR, a pair 
of tie rods 4FL and 4FR and a relay rod 5F which 
connects the tie rods 4FL and 4FR. The front wheel 
turning mechanism A Is connected to a steering 

5 wheel 8 by way of a steering mechanism C having 
a rack (not shown) provided on the relay rod 5F 
and a pinion 6 provided on a steering shaft 7. 

The rear wheel turning mechanism B com- 
prises a pair of knuckle arms 3RL and 3RR, a pair 

10 of tie rods 4RL and 4RR, a relay rod 5R which 
connects the tie rods 4RL and 4RR, a servomotor 
10, and a transmission mechanism 11 which trans- 
mits the driving force of the servomotor 10 to the 
relay rod 5R. 

15 Further the rear wheel turning mechanism B 

has a fail-safe mechanism comprising a clutch 12 
for connecting and disconnecting the servomotor 
10 and the relay rod 5R and a neutralizing means 9 
having a spring 9a which urges the relay rod 5R to 

20 the neutral position in which it holds the rear 
wheels 2RL and 2RR in the straight ahead position. 
In the case of failure of the rear wheel turning 
mechanism B, e.g., when the servomotor 10 falls, 
the clutch 12 is disengaged and the relay rod 5R is 

SB held in the neutral position under the force of the 
spring 9a of the neutralizing means 9 so that the 
vehicle 1 behaves as a two-wheel-steered vehicle. 

The vehicle 1 is further provided with a steer- 
ing angle sensor 13 for detecting the turning angle 

30 of the steering wheel 8, a vehicle speed sensor 14 
which detects the speed of the vehicle, an encoder 

17 for detecting the angular position of the ser- 
vomotor 10, and a rear wheel turning angle sensor 

18 which detects the turning angle of the rear 
35 wheels 2RL and 2RR through the position of the 

relay rod 5R. A rear wheel control unit U1 controls 
the servomotor 10 on the basis of the outputs of 
the steering angle sensor 13, the vehicle speed 
sensor 14, the encoder 17 and the rear wheel 

40 turning angle sensor 18. 

The rear wheel control unit Ul is provided with 
a vehicle-speed sensitive rear wheel turning angle 
control system which sets the rear wheel tuming 
angle ratio K ( = 0R/eF, wherein 0R represents the 

45 turning angle of the rear wheels and OF represents 
the turning angle of the front wheels) according to 
a predetermined rear wheel turning angle ratio 
characteristic as a function of the vehicle speed V, 
and determines a target rear wheel turning angle 

50 on the basis of the rear wheel turning angle ratio K 
thus set and the the turning angle 0H of the steer- 
ing wheel 8 detected by the steering angle sensor 
13. 

The rear wheel control unit Ul controls the 
55 servomotor 10 according to the target rear wheel 
tuming angle to turn the rear wheels 2RL and 2RR 

while watching the positions of the servomotor 10 
and the relay rod 5R respectively by way of the 
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encoder 17 and the rear wheel turning angle sen- 
sor 18. 

The vehicle 1 is provided with an anti-skid 
brake system shown in Figure 2 as the slip control 
system. 

As shown in Figure 2, each of the wheels 2FL, 

2FR. 2RL and 2RR is provided with a brake 23 
comprising a disk rotor 23a which rotates together 
wish the wheel and a caliper 23b which brakes the 
disk rotor 23a when applied with brake fluid pres- 
sure. 

The ABS controls the brake fluid pressure ap- 
plied to each brake 23 from the brake fluid pres- 
sure applied to the other brakes 23. The ABS 
comprises an acceleration sensor 24 for detecting 
deceleration of the vehicle 1 , wheel speed sensors 
25 each for detecting the wheel speed of each 
wheel, an ABS controi unit U2 which receives the 
outputs of the sensors 24 and 25, hydraulic pres- 
sure control valves 26 which control the brake fluid 
pressures applied to the respective brakes 23 on 
the basis of control signals given to the respective 
hydraulic pressure control valves 26 from th© ABS 
control unit U2, and a hydraulic unit (not shown) 
which supplies brake fluid to the hydraulic pressure 
control valves 26 at a regulated pressure. 

The ABS control unit U2 determines, on the 
basis of predetermined one of the rotational speeds 
of the wheels 2FL, 2FR, 2RL and 2RR detected by 
the wheel speeds sensors 25, e.g., the highest 
speed, a reference rotational speed at which a 
predetermined slip ratio between the road surface 
and the wheel is obtained and a maximum braking 
takes place for a given vehicle speed. Then the 
ABS control unit U2 compares the respective rota- 
tional speeds with the reference rotational speed 
and controls the brake fluid pressure to the respec- 
tive brakes 23 to prevent skid or lock of each wheel 
by way of the hydraulic pressure valves 26 . 

As shown in Figures 1 and 2 the ABS control 
unit U2 outputs to the rear wheel control unit U1 a 
signal S which represents the friction coefficient u 
of the road surface and whether the ABS is operat- 
ing, and the rear wheel control unit U1 changes the 
rear wheel turning angle ratio characteristic accord- 
ing to the operating condition of the ABS for the 
respective brakes 23. 

Figure 3 shows the rear wheel fuming angle 
ratio characteristics set by the rear wheel turning 
angle control system provided in the rear wheel 
control unit U1. Curve 1 represents a normal rear 
wheel turning angle ratio characteristic which is set 
according to the vehicle speed V when the ABS is 
not operating, curve II represents a corrected rear 
wheel turning angle ratio characteristic which Is set 
when the ABS is operating and Is obtained by 
correcting the normal rear wheel turning angle ratio 
characteristic curve I with a correction value KA 



which is a positive constant. In this particular em- 
bodiment, the vehicle 1 is supposed to be a front- 
engine rear-drive vehicle, and the correction value 
KA is added to a rear wheel turning angle ratio K 

5 given according to the normal rear wheel turning 
angle ratio characteristic curve I so that the rear 
wheel turning angle ratio characteristic curve shifts 
toward the same phase side. The rear wheel turn- 
ing angle ratio K is defined to be positive in the 

70 same phase and negative in the reverse phase. In 
the case of a front-engine front-drive vehicle, the 
correction value KA is subtracted from a rear wheel 
turning angle ratio K given according to the normal 
rear wheel turning angle ratio characteristic curve I 

7S so that the rear wheel turning angle ratio char- 
acteristic curve shifts toward the reverse phase 
side as represented by curve 11*. 

The corrected rear wheel turning angle ratio 
characteristic represented by the curve II which is 

20 set when the ABS is operating is further corrected 
with a frictlon-based correction value KB so that the 
rear wheel turning angle ratio characteristic curve 
shifts toward the same phase side as represented 
by curve III. The frictlon-based correction value KB 

26 is changed according to the friction coefficient lu. of 
the road surface determined by the ABS control 
unit U2 as shown in Figure 4. As can be seen from 
Figure 4, when the friction coefficient u of the road 
surface is higher than the value at which the decel- 

30 eration of the vehicle body upon application of the 
brakes Is, for instance, -0.2Q, th© friction-based 
correction value KB is nullified. Normally the cor- 
rection value KA is larger than the correction value 
KB in absolute value. Accordingly, when the ABS Is 

35 operating, th© rear wheel turning angle ratio KT Is 
represented by formula KT=K+KA+KB. In the 
case of a front-engine front-drive vehicle, the rear 
wheel turning angle ratio KT is represented by 
formula KT = K-KA + KB. 

40 In this embodiment, the correction of the rear 

wheel turning angle ratio characteristic with the 
correction value KA is not released soon after in- 
terruption of the operation of the ABS until the 
running condition of the vehicle is stabilized. That 

45 is, a timer is set upon Interruption of the operation 
of the ABS and the correction of the rear wheel 
turning angle ratio characteristic with the correction 
value KA is held for a predetermined time after 
interruption of the operation of the ABS until the 

50 timer times out, though it Is released when the 
running of the vehicle is stabilized or the vehicle 
speed approaches zero while the brake pedal is 
pushed even before the timer times out. The cor- 
rection with the friction-based correction value KB 

55 is not released even after release of the correction 
with the correction value KA and the friction-based 
correction value KB is up-dated on the basis of the 
friction coefficient u of the road surface determined 
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in the next operation of the ABS. 

The rear wheel turning ang!e ratio correction 
routine executed by the rear wheel control unit U1 
will be described with reference to the flow charts 
shown in Figures 5 and 6, herelnbeiow. 

As shown in Figure 5, the rear wheel control 
unit U1 first reads the vehicle speed V and sets the 
rear wheel turning angle ratio K according to the 
curve 1 (in Figure 3) on the basis of the vehicle 
speed V. (steps SI and S2) Then the rear wheel 
control unit U1 determines in step S3 whether flag 
F has been 1 , the flag F being set to 1 when the 
correction of the rear wheel turning angle ratio 
characteristic with the correction value KA Is per- 
formed. When it is determined that the flag F has 
not been 1, i.e., F = 0, the rear wheel control unit 
U1 determines In step S4 whether the ABS is 
operating. When it is determined that the ABS is 
not operating, the rear wheel control unit U1 returns 
to step S1. Otherwise the rear wheel control unit 
U1 corrects the rear wheel turning angle ratio K set 
in step S2 with the correction value KA and sets 
the flag F to 1. (steps S5 and S6) Then the rear 
wheel control unit U1 returns to step S1. In the next 
flow, the answer to the question in step S3 be- 
comes to YES, and accordingly, the rear wheel 
control unit U1 proceeds after step S3 to step S7 in 
Figure 6. In step S7, the rear wheel control unit U1 
reads the friction coefficient u of the road surface. 
Then in step S8, the rear wheel control unit U1 
determines the friction-based correction value KB 
according to the map shown in Figure 4 and adds 
it to the corrected rear wheel turning angle ratio 
(K±KA + KB). In step S9, the rear wheel control unit 
U1 determines whether the operation of the ABS 
has been interrupted. When it is determined that 
the operation of the ABS has not been interrupted, 
the rear wheel control unit U1 returns to step S1. 

On the other hand, when it is determined in 
step S9 that the operation of the ABS has been 
interrupted, the rear wheel control unit U1 sets a 
timer which times out a predetermined time (one to 
two minutes) after, (step S10) Then in step S11, 
the rear wheel control unit U1 determines whether 
the timer has timed out, and when it is determined 
that the timer has timed out, the rear wheel control 
unit U1 nullifies the correction value KA and returns 
after setting the flag F to 0. (steps SI 2 and S13) 
When it is determined In step S1 1 that the timer 
has not timed out, the rear wheel control unit U1 
determines in step S14 whether the bra}<e pedal 
has been pushed (whether a brake switch is on). 
When the brake has been pushed, the rear wheel 
control unit U1 nullifies the correction value KA and 
sets the flag F to 0 even before the timer times out 
(steps S12 and S13) so long as the deceleration |Vj 
of the vehicle has been lower than a predetermined 
value for a predetermined time or the vehicle 



speed is substantially 0. (steps S15 and S16) 

In this embodiment, hunting phenomenon upon 
interruption of the ABS is prevented in the manner 
described above, thereby ensuring running stability 
5 of the vehicle. 

Now another embodiment of the present Inven- 
tion in which a traction control system Is employed 
as the slip control system will be described, herein- 
below. The rear wheel turning system of this em- 
10 bodlment is mechanically substantially the same as 
the preceding embodiment and mainly differs 
therefrom In the operation of the rear wheel control 
unit U1. In the TRC, light braking of the driving 
wheels and/or throttle control of the engine is effec- 
ts ted in order to prevent slip of the driving wheels 
during start or hard acceleration of the vehicle. The 
rear wheel turning angle ratio correction routine to 
be executed by the rear wheel control unit U1 in 
this embodiment will be described with reference 
20 to the flow chart shown in Figures 7 and 8, herein- 
below. 

Steps S21 to S36 in the flow chart shown in 
Figures 7 and 8 are the same as steps SI to SI 6 
in the flow chart shown In Figures 5 and 6 except 

25 that the question in step S24 is whether the TRC is 
operating, the question in step S29 is whether the 
TRC is not operating, the question in step S34 Is 
whether the accelerator is pushed down (whether 
an accelerator switch is on), the question in step 

30 S35 IS whether the acceleration jvj of the vehicle 
has been higher than a predetermined value for a 
predetermined time and the question in step S36 is 
whether the driving wheel speed is substantially 
equal to the vehicle speed. 

35 In a still another embodiment of the present 
invention, the correction of the rear wheel turning 
angle ratio characteristic with the correction value 
KA is released soon after interruption of the opera- 
tion of the ABS but the correction with the frictlon- 

40 based correction value KB is not released even 
after release of the correction with the correction 
value KA and the friction-based correction value KB 
Is up-dated on the basis of the friction coefficient m 
of the road surface determined In the next opera- 

45 tion of the ABS. However, if the absolute value of 
the lateral acceleration G during cornering in- 
creases to a value which is too large in view of the 
known maximum value of the friction coefficient ii, 
e.g., a value larger than 0.3G. the friction-based 

50 correction value KB is nullified. 

As shown In Figure 9, the rear wheel control 
unit U1 first reads the vehicle speed V and sets the 
rear wheel turning angle ratio K according to the 
curve I (in Figure 3) on the basis of the vehicle 

55 speed V. (steps S41 and S42) Then the rear wheel 
control unit U1 determines in step S43 whether the 
ABS is operating. When It is determined that the 
ABS is not operating, the rear wheel control unit Ul 
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returns to step S41 after setting the rear wheel 
turning angle ratio KT to K in step S48. Otherwise 
the rear wheel control unit U1 sets the correction 
value KA. (step S44) In step S45, the rear wheel 
control unit U1 reads the friction coefficient jui of 
the road surface. Then In step S46. the rear wheel 
control unit U1 determines the friction-based cor- 
rection value KB according to the map shown in 
Figure 4, in step S47, the rear wheel control unit 
U1 determines whether the operation of the ABS 
has been interrupted. When it Is determined that 
the operation of the ABS has not been interrupted, 
the rear wheel control unit U1 returns to step S41 
after setting the rear wheel turning angle ratio KT 
to K+KA + KB in step S48. 

On the other hand, when it is determined in 
step S47 that the operation of the ABS has been 
interrupted, the rear wheel control unit U1 nullifies, 
the correction value KA in step S49 and then 
determines in step S50 whether the absolute value 
of the lateral acceleration G is not smaller than a 
predetermined value Go. When it is determined 
that the former is smaller than the latter, the rear 
wheel control unit U1 sets the rear wheel turning 
angle ratio KT to K + KB in step 848. The value of 
the friction-based correction value KB is up-dated 
on the basis of the determination in step S46 in the 
next operation of the ABS. On the other hand, 
when it is determined that the absolute value of the 
lateral acceleration G is not smaller than a pre- 
determined value Go, it is considered that the 
running condition of the vehicle has been stabilized 
and the friction-based correction value KB is nulli- 
fied in step S51 . Accordingly the rear wheel control 
unit U1 sets the rear wheel turning angle ratio KT 
to K in step S48. 

Though, in the embodiment described above, 
the present invention is applied to a four-wheel- 
steered vehicle provided with an ABS, the present 
invention can also be applied to a four-wheel- 
steered vehicle provided with a TRC system. 

Claims 

1. A rear wheel turning system for a four-wheel- 
steered vehicle (1) provided with a slip control 
system (U2) such as an anti-skid bral<e system 
or a traction control system comprising 
a rear wheel turning mechanism (U1) which 
turns rear wheels of the vehicle in response to 
turning of front wheels of the vehicle according 
to a predetermined rear wheel turning char- 
acteristic, 

a rear wheel turning characteristic correcting 
means (U1) which corrects the rear wheel turn- 
ing characteristic substantially in response to 
initiation of operation of the slip control system 
(U2), and 



a correction holding means (timer) which holds 
the corrected rear wheel turning characteristic 
until a predetermined condition is satisfied 
after interruption of the operation of the slip 
5 control system. 

2. A rear wheel turning system as defined in 
claim 1 in which said correction holding means 
(timer) holds the corrected rear wheel turning 

10 characteristic until a predetermined time 

lapses after interruption of the operation of the 
slip control system. 

3. A rear wheel turning system as defined in 
76 claim 1 In which the slip control system (U2) is 

an anti-skid brake system, and the correction 
holding means holds the corrected rear wheel 
turning characteristic until the deceleration of 
the vehicle continues to be smaller than a 
20 predetermined value for a predetermined time 

with the brake pedal pushed down. 

4. A rear wheel turning system as defined in 
claim 1 in which the slip control system (U2) is 

25 an anti-skid brake system, and the correction 

holding means holds the corrected rear wheel 
turning characteristic until the vehicle speed 
approaches zero. 

30 5. A rear wheel turning system as defined in 
claim 1 in which the slip control system (U2) is 
a traction control system, and the correction 
holding means holds the corrected rear wheel 
turning characteristic until the acceleration of 

35 the vehicle continues to be larger than a pre- 
determined value for a predetermined time 
with the accelerator pedal pushed down. 

6. A rear wheel turning system for a four-wheel- 
40 steered vehicle provided with a slip control 

system (U2) such as an anti-skid brake system 
or a traction control system comprising 
a rear wheel turning mechanism (U1) which 
turns rear wheels of the vehicle In response to 
45 turning of front wheels of the vehicle according 

to a predetermined rear wheel turning char- 
acteristic, 

a first correcting means (KA) which corrects 
the rear wheel turning characteristic substan- 

60 tially in response to initiation of operation of 

the slip control system, 

a second correcting means (KB) which cor- 
rects the rear wheel turning characteristic on 
the basis of the road surface condition (ti) 
56 determined during operation of the slip control 

system, and 

a correction holding means (timer) which holds 
the rear wheel turning characteristic which has 
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been corrected on the basis of the road sur- 
face condition (u) after the operation of the slip 
control system is interrupted. 

7. A rear wheel turning system as defined in 5 
claim 6 further comprising a means which 

changes the road surface condition on the ba- 
sis of which the second correcting means (KB) 
corrects the rear wheel turning characteristic to 
the value determined upon initiation of the next io 
operation of the slip control system. 

8. A rear wheel turning system as defined in 
claim 6 further comprising a means which re- 
leases the correction by the second correcting 75 
means (KB) when the lateral acceleration of 

the vehicle during cornering exceeds a pre- 
detenmined value. 
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